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WIND-TUNNEL INVESTIGATION OF WINGS WITH ORDINARY AILERONS AND
FULL-SPAN EXTERNAL-AIRFOIL FLAPS

By ROBBETC. PLATTand JOSEPHA. SHOETAL

SUMMARY

An invedigaiion was carried & in the N. A. C. A.
7-by 10-foot m“ndtunnel of an N. A. C. A. WOlfi airfoil
equipped, jirst, wifh a jul+hpan N. A. C. A. %012
external-aiifm”l$aphavinga chord0.20 of the main airfoil
chord and m“th a jull+nan aileron m“th a chord 0.12 of
the main airfoil chord on the trailing edge of the main
airfoil and equipped, second, with a 0.30-chordjull-span
N. A. 0. A. 33019 externai%irfd$ap and a O.l%chord
fu-hpan ai?eron. The results are arranged in three
groups, th$rsi two of which&al with the airfoil chaTaeter-
Wm oj the two aiq%il--p combinatti and with the
lateral-conirol churacteridia oj the airji.i+%pd%ron
combinations. The third group oj tests deals with several
meansjor balm-wingai.krons mounted on a speciu.1lurge-
chord N. A. (?. A. 9301.2ahfoil model with and wit?und
a 0..2O-chordN. A. C. A. 23019 tzrternal-airfd $ap.
The test8 included an ordinury aileron, a mmtaine&no8e
balm-we,a .l%%ebaLanee,and a tab.

The reds obtainzd for the 0.30 CUJ’ap uerijy the
conclti made jrom previou8 te8t8 oj the 0..20 c. &p
combination, nmn.ely, th.ai &ernuLairfoil jkp8 applied
to the N. A. C?.A. %0 airfoil sec.tioiwgive chuTa&rM.cs
morejavorabla to 8peed range, to low power requirem&8
a%$@hi al high lift coq$L&nt8,and to low@p-operating
monwn18than do other types ojfip in general me. %
ai?+ww can prodwe large rolling monwnt8uiih relatively
8maL?adverseyawing momerukinjlight conditimwranging
from htih speed to minimum speed. The no8e balunee
and Ftie Munce were in.q$edwe in reducing the stick
jorctx regwiredfor a given conirol e@eetwm8, but the
wse oj tabs in eombindon wiih a di$erential aileron
motion provided a maw of obtaining dkrable sttik
forces throughout the j%ght range. The aerodynamic
advatiages oj this aileron--ap combinaihn appear to
ouiweighprobabk d%ign dijficultiei

INTRODUCTION

knproveinent of airplane speed range and perform-
ance by the use of trailing-edge high-lift devices has
been hampered by the necessary compromise between
obtaining the highest possible maximum lift coefficient
and the necessity of providing at least a minimum of
lateral control. The usual compromise has involved
the use of flaps over the central portion of the span with

ailerons attached to the tip portion. This procedwe
results not only in the direct loss of possible masimum
lift over the unflapped mea but may lead to an addi-
tional hazard resulting from the tendency of partial-
span flaps of the cmventional type to reduce, in some
cases, the degree of stability and control n~ar the stall.
It is therefore generally recognized that the develop-
ment of a latemkontrol arrangement that can be used
in combination with a full-span flap offers definite
possibilities for improvements in speed range and
wfety.

In most of the numerous attempts that have been
made to devise such an arrangement (for example,
references 1, 2, and 3) unforeseen difficultieshave prac-
tically canceled the anticipated improvement. In
some casea reductions of maximum lift or increasw in
minimum drag have had to be accepted in order to
obtain the minimum acceptable lateral control; the
mechanical complications or operational diiliculties of
other arrangements have prevented their satisfactory
~pplication. At present no combination that makes
Fulluse of the capabilities of high-lift devicw and pro- ‘
tides satisfactory lated control has found general
application to airplane design.

The imwtigation reported herein dealt with an
arrangement that, on preliminary study, indicated possi-
bilities of meeting the foregoing requirements. The
arrangement consisted of a main airfoil on the trailing
edge of which were an external-airfoil flap and ailerons
forming the lip of the slot between the main airfoil and
the flap. This combination logically results from an
attempt to combine the desirable oharacteristica of the
slotAip ailerons described in referenee 3 with those of
the external-airfoil flaps desoribed in reference 4.
These ailerons being structurally similar to ordinary
ailerons, relatively complicated mechankd and struc-
tural arrangements are avoided and the main airfoil
oontour is left unbroken when the ailerons are unre-
flected, thus making available the full capabilities of
extend-airfoil flaps for speed-range improvement and
reduction of power requirements in low--speedfight.

This wind-tunnel investigation was divided into
three generalphases

1. Measurement of the lift, drag, and pitohing-
moment characteristics and the flap hinge moments of
an N. A. C. A. 23012 &lilfOil with N. A. C. A. 23012
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external-airfoil flaps having chords (cJ) that are 0.20
and 0.30 of the main airfoil chord (cU).

2. k addition to the characteristics measured in the
tit phase, the measurement of the rolling- and yawing-
moment characteristics of the foregoing combinations
provided with ailerons having chords (c=) of 0.12 and
0.13 of the main airfoil chord and deflected various
amounts. (The aileron chord was made 10percent of the
over-all airfoil chord in each case to permit the results
to be directly compared with the data of ref~rence 3.)

3. Measurement of aileron hinge moments and lift
and drag increments of a wide+hord N. A. C. A. 23012
rirfoil with and without a 0.20 % external-airfoil flap.
Various types of aileron balance were tested.

— 0.054cup H.%ge ~
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\ lx’

P

(a) N. A. O. A.m12till wJth0~ C-N.A.O.A.=12~oil fip and
o.12c. Ordltiaryaaerom.

(b) N. A. C. A.23012Ok+Ouwith0.?4e. N.A.O.A.2301Zex@md-olrfoIlfiIIand
0.13c. ordImry Oaeiwz%

FIGVEEL—Afkom and Saps W.

The results obtained have been studied with the
purpose of clarifying the fundamental phenomena in-
volved in the operation of the general’ type of device
tested. They further provide the information neces-
sary for comparison of the particular arrang~ent
tested with other devices intended to accomplish the
same purpose. Certain diflicnltiea that may be en-
countered in flight applications of the device are pointed

out and some investigation of methods of overcoming
these diliiculties is discussed.

APPARATUS AND METHODS

The investigation was carried out in the N. A. C. A.
7’- by 10-foot open-tboat wind tunnel (reference 6).
The models used in the first phase of the investigation
consistad of the following:

(1) A rectangular N. A. C. A. 23012 airfoil of 10-
inch chord and 60-i.nchspan, constructed of laminated
mahogany.

(2) One X.nch-chord and one 3-inch-chord durnl-
umin N. A. C. A. 23012 airfoil, mch having a span of
60 inches. These small airfoils served as flaps.

The tests of the combination using the 2-inch+bord
flap are described in reference 4; the data have been
included in this report for completeness. Exactly
similar methods were adopted for the tests of the
combination using the 3-inch+hord flap; surveys were
made to determine the effect of flap position and angle,
a desirable flap-hinge-axis location was selected from
contours similar to those in reference 4, and force tests
were made to determine the chma@titiw of the
fimdly selected arrangement at various flap angles.
In order to avoid section inaccuracies during the iinrd
force teats, these tests were completed before ailerons
were built into the trailing edge of the main airfoil.

For the second phase of the investigation the trailing
edge of the main airfoil was cut off and ailerons extend-
ing across the full 60-inch span of the airfoil were in-
stalled. I?or the tests with the 2-inch flap the chord
of the ailerons (back of the hinge) was 1.2 inches; for
the tests with the 3-inch flap it was 1.3 inches. The
1.2-inch-chord ailerons were made of the wooden sec-
tion” taken from the trailing edge of the main airfoil
but difEcnlty in maintaining accurate settings of these
ailerons indicated the desirability of using dumlumin
for the wider+hord ailerons. The settings of the 1.3-
inch ailerons were probably somewhat more accumte
than those of the 1.2-inch ailerons for this reason.
Figure 1 shows pertinent details of the models used.
Figure 2 is a photograph of the model with the 2-inclI
flap and 1.2-inch ailerons. If the details relating to the
ailerons are disregarded, the figures show the condition
of the models in the first phase of the investigation.

A series of tests in which angle of attack, aileron
deflection, and flap angle were varied over the useful

.—. — k... .

FIGUREz—~odolN.A.C.A.m12alrfofl with 02J3c. N. A. O A. 22012extemakhfoflflap~d 0.12c- ordin8rY aileron.
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ranges was made for each wing-flap-aileron combina-
tion, The deflection of one half-span aileron w%
varied from the selected maximum up to the maximum
down deflection. The effect of moving both ailerons
simultaneously may be obtained by the addition of the
effects produced by one aileron deflected to each of the
assumed settings, due account being taken of the signs
of moments and deflections. This method of obtain-
ing rolling, yawing, and hinge momenta of ailerons
deflected in various ways from the data for one aileron
is explained in detail in reference 2.

All tests involved in the fit two phases were coq-
ducted according to standard force-test procedure in
the 7- by 10-foot tunnel (reference 5). The dynamic
pressure in the jet was maintained at 16.37 pounds per
square foot corresponding to a speed of 80 miles per
hour in standard air. The *t Reynolds Number was
730,000 for the model with the 0.20 CWflap and 790,000
for the model with the 0.30 cmflap. The flow condi-
tions correspond approximately to those that would
e.xkt in free air at Reynolds Numbem of 1,000,000 and
1,100,000respectively (reference 6).

Hinge moments of the flaps and ailerons were meas-
ured in the usual manner. A calibrated torque rod,
attached to the surface under test and shielded from
the air stream, was turned by a pointer mounted next
to CLgraduated diek outside the jet. The difference of
the pointer deflections required to bring the surface to
the required deflection with the wind off and on was
read from the disk. This diflerenca is proportional ta
the mrodynamic moment about the hinge; the magni-
tude of the hinge moment follows directly from the
known calibration of the rod.

The third phase of the investigation arose as the
result of analysis of the data already obtained, which
indicated that the ailerons would require excessive
operating moments under certain conditions. It was
therefore considered desirable to investigate the eilec-
tivenes-sof several methods of obtaining aileron bal-
ance. In order to reproduce ailerons of practical sizes
with satisfactory accuracy, a special wide-chord model
was constructed to be mounted between end planes.
Although such an expedient does not reproduce fnll-
scale conditions, practical aileron details, such as clear-
ances and hinges, can be reproduced. As will subse-
quently be noted, leaks ahead of the aileron hinge
resulting from clearance between the wing and the
aileron have an appreciable effect on aileron charac-
teristicsand the clearance should therefore be accurately
controlled.

The wide-chord model consisted of a rectangular
N. A. C. A. 23012 airfoil having a chord of 4 feet and a
span of 8 feet, equipped with an aileron of 3l-inch span
and 5.76-inch chord back of the hinge, located centrally
along the span. The testsincluded the typw of ailerons
shown in figure 3: An ordinary aileron, an aileron
with a nose balance shielded by curtains, an aileron
with a I?rise nose, and an aileron with a tab. An

N. A. C. A. 23012 ex@rnaI-airfoil flap of 9.6-inch chord
and 8-foot span was provided. The section of this
model as tested waa an accurate enlargement of that
used for the standard-size model tested with the 0.20
CUexternal-airfoil flap and 0.12 cmailerons. The model,
complete with aileron and flap, was mounted between
large end planes in the jet of the 7- by 10-foot tunnel.
(See fig. 4.)

The regular force-test support, with two special struts
for augl~f-attack adjustment, was used to permit
measurement of the forces on the model. The aileron
hinge moments were measured by rLtorque-rod and
graduated-disk arrangement similar to that used for
the standmd-size model. Values of lift and drrqg
increments due to aileron deflection and the variation
of aileron hinge moment with deflection were measured

Ordiiwy oikron

k

FIGURE 3.—v8ii0ud hahncfd dlemns testd cm the wfda-chord N. A. O. A. !ZW12
a!rfoil with and without a O.Zlc. N. Ai O. A. 23012mterIGEMoIl tip.

at several angles of attack and flap angles. The tests

were repeated with the flap removed to determine the
effectiveness of the balancing means for narrow+hord
ordinary ailerons mounted on a plain wing. ~

The tests of the wide-chord model were made, in
general, at a dynamic pressure of 4.o93 pounds per
square foot, corresponding to an air speed of 40 miles
per hour in standard air. The reduced speed was used
to avoid placing excessive loads on the balance parts
used as the model support. The effective Reynolds
Number in this case was of the order of 5,000,000 but it
should not be considered so accurate an index of flow
similarity as is usually the case in wind-tunnel testing.
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~u13EA—The 4 by Moot mmkl of the N. A. C. A. 23312afrfoIl with an extemel+drfofl IMP and an cudhmry atlemn, monnkl between end plmes In the 7- by
10-footwindtnnnel.

RESULTS

Application of results.-The precision of standard
force tests in the 7- by 10-foot tunnel is discussed in
references 2 and 5. The results as corrected are
considered applicable to ~~ht conditions with normal
engineering accuracy at the previously stated values of
the effective Reynolds Number. These values are too
smaII to be directIy usabIe in most cases but, with the
aid of referenm 7, a number of the characteristics of
the present airfoils may be inferred for larger value-sof
the Reynolds Number.

The conditions under which the aiIerons on the wide-
chord airfoil were tested were far removed bm those
for which theoretical wind-tunnel corrections may be
applied; they therefore do not appear susceptible of
accurate interpretation in terms of fundamental param-
eters. The ideal conditions in this respect were dis-
regarded in favor of obtaining a reasonably accurate
reproduction of the full-size ailerons themselves, includ-
ing the end effeots, to facilitate accurate comparison of
the various ailerons tested. Consequently, any ap-
plication to &cht characteristics must be considered
qualitative in nature. For compwison of the aiIerons
among themselves, however, the accuracy is probably
much better than that usually obtained in standard
small-scaletests, owing to the relatively large maggtude
of the forces acting on the large model. The tiectivenew
of the data subsequently presented in showing consistent
differences between tbo ailerons serves as an indication
of the accuracy with which the valuea were measured.

Presentation and analysis of results.-The data
obtained in the tests have been reduced to nondimen-
sional coefficient form and are presented in a series of
standard plots. The usual N. A. C. A. absolute
coefficients are used throughout, except for a few

symbols that have not been standardized. In the
computaticm of the standard airfoil coefficients, the
nominal areahas been taken as the sum of the individual
areas of the nonretracting surfaces (see references 2
and 4); the chord lengths have been similarly treated.
The nonstandard coefficients are:

C.,, induced yawing-moment coellicient.
CW profile yawing-moment coefficient.
O*,hinge-moment coefficient based on the dimensions

of the surface whose hinge moment is being

measured.
(

Thus, (?,,=%)

ACL, the increment of lift coefficient produced by a
specified deflection of the aileron on the wide-
chord model.

AC~, the increment of &yg corresponding to AcL.

~,angulardeflection of the chord line of an ausilimy
surface from the chord line of the surface to
which it is attached, having the same sign
convention as angle of attack.

The following subscripts serve to identify the various
parts of the compIete wing model:

w, of the main airfoil.
j, of the flap.
a, of the aileron.
t, of the tab.

The resuhs of the first phase of the investigation
:onsist entirely of lift, drag, pitching-moment, and flap
inge-moment data relating to the two high-lift arrango-
nents -ted. Data for the plain N. A. C. A. 23012
Lirfoilused as the basic airfoil are shown in figure 6
ogether with data from another airfoil of the same
section. The data for the basic airfoil equipped with a
).20 c. N. A. C. A. 23012 external-airfoil flap deflected
hrough various angles appear in figures 6 to 9.



WIND-TUNNEL INVESTIGATION OF WINGS WITH AILERONS AND EXTERNAL-AIRFOILI?LAPS 567

FeI-cerlfofchord
?2 1 ~!![![!!!!l, 1.8

a c. obove chord. 0.lf9c~

28 ; o I%1 ‘%%:%1 I 1 1 I I I I I I [ I I \

~
1.4

1 I , , , ,

, , I , I , , , , ,
}

I , w
, +-.2

!;W-6
AirfoilA!A.C.A.23012,SIZC10%60-
V&l(ffJsec.z1/73,Pres.[sfhiOfm/ ‘.4
R.h!;(Tesf 609,000,Tested.LM .L

Cor;ecfed f%rfhnel-wolfeffecf.
-6-404 8t216Z02428

.36

.08

.04

0

./2 48

.11 4-?

.10 405

-i-i- 0 R-ev{oqs ~es(s-[FA.~)-
11 11111111

I I I I I 1 I I 1.1 I I

.02

.01

0

&

‘$-.4-I-++o
‘-3%.

Z-.4

$ B
-.6 -.4

-1 I 1 1 1 1 I I I

-UUI’+3 s’

Angle of oifock u (degrees) Lificoeffkieni CL “– “““ -

FIGUEE5.—The N. A. O. A. 231M2afrbfl.

y

2
&O

-0
C-20
*

28X O

24 ? 20
~

qzo ~ 40
4

f16;60

; 12{80

~ 8%@9
+.

%C
o 42

L.:
0 OK
Y=

-4”;

-8Q

-12

-m

A-@e of offack.m (degrees) Lif?coeffici& C.

Mob) tigtion . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . N..& 0. A.23012 Plwt wow t=---------------------------------------------- O.c+l Cw aoi6 c
FbpwUon . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ..- N. L 0. A.23J112 Pivot aft of flap kadfng ~-------------------------------- .25 c,
btitig@ofi, cm---------------------------------------------

.M17C
atme PfvotMow cf------------------------------------------------ .10 c,

mDtid. cJ. . . . . . .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ..- 0.26c- .1M7C
.0107c

FlapdisplacementAL-------------------------------------- –r
Dntnm ChOl@C-CW+CJ. (L C.~ fcom leatig -L---------------------------------------
Pivot aft of tmlflng edge of c----------------------------------- .m c. .02a5 c

.245C
(a. c.), above mafn W@ ~fi--------------------------------- .asc

FIOUBE6.—TimN. A.C.A.2?412alrfoll with O.XIC.N. A. O. A. extanmldrfoIl 5P. ~P Q% –3”. (&areference4.)
3854~37



,._. . . . . ..——-— &

568 REPORT NO. 603-NATIONAL ADVT.SORY COMMITTEE FOR AERONAUTICS

~ f.o .1

3 801Kln .4 $08

.2s.04
<

00

-4

-8

--- rkf~ ~fm,}~l

1

-.2
LMA.L. Dafe 7-/3-35
tee): 11%3 R.N:73QOO0 -.4
;pec+rofl-o,5
correcfed fo A.R.6
W. 7 bv 10 ff.funnel

-.6IL I I I I T~fi 28

-16
Gqecfd ‘~ fhel-ydl effect,

-8-404 81Z16~W281
Angle of offock.d (degrees) .Lif7coefficientC.

fiQWRE7.—The N. A. C. A. Z3NZafrfoflwith 0~ c- N. A. C. A. erkmkMH flap. Flap anglq lIY’. The efrfoll ls the same 89 used for test Xl-e (Ilg. 6), except the flnp
setting. The value of c- (...3 ~b mrqrntd almut the aeredgnamfo centm nr.ed for test 2%S1-8. (See reference 4.)

A-@

.44

.40

.36

.3,2
C.?

.28~
*

.244
*

.~ g

.16 ~

Q
.12

.08

.04

0

J
Size:liYx60: Flop:~x 60-
Pres.(sfhd ofm.):I -.2
TBfeo!LMA.L. Dofe: 7-13-.35
Ve.l(fi/sec.]:117.3R& 73QOO0 -.4
Test ospecf rofio,5
R~ulfs correc}ed fo A.R.6
TGt 2835, 7 by 10 fr!funnel

-.6

Correci ti furmeb 1/e ect

)4 81Z 16202428
of aftock,a (degrees]

.
.Liflcoeficieti C.



WIND-TUNNELINVESTIGATIONOF WINGS WITH AILERONSAND EXTERNXLKU2FOILFLKPS 569

FIa

Nttt

%!0
24 ~ 20 BE

2.0 .40

[8 .36

1.6 .32

1.4 .28~

40

80

100

@@4+++

.4+.08

.2 .04

$ 0 ~~o
t

00

.4 ~ -.2

-82 -.4

-[2 ‘.6

-16
-12 -8 -4 0 4 812/6 ~24Z8

Pngfe of offock,a (degrees)

$-”zt$$%,,
I ! I I I I I I I I I

LJ&++-pI I
{-.3 1.1! ! I I I I I I I I I I I I I I I I I -1.2

g_4 .Kx8w?by%% f.::? Kt!c;f:l%,ooo- -,6
0“ Resplfs correcfed fo,infinifeospe~f rofh
*

02.4 .6 .8 LO L2 14 [6 L8 20 2_2
LiffcOeffjcj& ~

UEE 9.-The N. A. O. A. ‘23)12dlfOfl wfth 0.2) cw N. A. C. A. ZO12 cxtsmnldrfoil flap. ~p anglaj 30”. The afrfofl k the same as osd for test =1-a”(fig 6),
mmpt the mp setting. Thew4noof C- (....} ~ k cnmpntcd alxmt the aarodynarnfo center used for test Xl-a. (* reforoma 4.)

+

EM!!
AirfoikhA.C>. 23012,Fh-. p~~l~~

-8Q Vel(ft/sec:11%3,Size:10
dT@fedL .A.L.Pres(sfi.-.-.,...,.,

-12
1

R.N;[fed)7w@D Dofe: 6-1-36 --6
T=f:32#, 7 by 10 ff.furnel

,-,-. ---, -
1rx60,-3x6 -.4

hdnfm 1. I

-16 111111 Cor@cfed fo uspecf ,mtio 6..
‘8-404 8 12 16 20 24 28

Angle of affock,a (degrees)

,

Liffcoeffjciw~ C.

bialn W@ mUOn---------------------------------------------- N. A: 0. A.m12 Ffvotaftof taflingadgeof c.—--------------------------------- 0.071Cw awle c
FfnP @m . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ..- N. A. O. A. 23312
over-all wing chord, C.c+cf.

FfvOt Imlow c-------------------------------------------------- .049 cm . ~ e
Fivot aft of ftap loading die------------------------------------- .2S c,

Mofn JYIngOhord, c“--------------------------------------------
.06nc

i17@ac Flap dfsplacwnent @&----------------------------------------
Flap Ohord, c/. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . ..- 0.20 c.

-Y
.231 c

Datmm ChO@ C=CW+CJ.
u. fmm kdfng *-------------------------------------------- .246c
a.c. aixwe mafn wfrrg tiofi-.. -.---—---------------------------- .X6e

FIGUEE10.-The N. A. C. A. 22612airfofl with O.M”C.N. A. O. A. 23012axtanml+,frfefl I18P. Flap an@O,–~.



.=. --. —

570 REPORT NO. 603—NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

p

:
?
<

28; O G
..

k
24220 $

qzo:m

-$
L

4 :

@&.
Q

$

+ ]2? 80 A
~;

.$ 8; /00

k
Q 42120
.< z
@ 0 ;/40

w

-4”~

-83

-!2

-16
‘8-404 81216 ~2428

Angle of offock,a (degrees) Liftcoe%cient, C.

F1OURElL—The N. A. O. A. 2M2 airfefl wfth O-33c. N. A C. A.2W12ortemd+frfeil5p. Flap angl% 10°. The akfoil k the same es UM for tcot 3240 (Ilg. 10),
~Pt ~ ~P mm. The v81ueof C- (...J ~fs mmputd almut the aarodynamio center used for kt 22J0.

..,o~~” b. I , , I
0
+5.--P --

lAllvNl li/llllltllllj -u; .Ib-jh~.03 w
1111111 llllillwllll,q.. 12$

.0/ I I I

o I 1P “
. xl

.6 U.12W< c
~ .02

..

.4<.08 “ $

.2 .04
~

2

00
&, J

:
0

-.2
@

~:
-.2

-.4 2 F
v
;-.3

‘.6
g -=4

2
-.2 0 .? .4 .6 .8 10 L2 1.4 L6 1.8

An?k of affock w (deg.-ees) Lif}coeft7cienf,G

Fxawm 12-Tke N. A. O. A. ZZU2alrfefI with 0-24c. N. A. O. A. ‘23012ortemalakfofl fip. Flap angle, 20”. The 8MoII k the some M M for tit 2240(Eg. 10),e]
the@pm#@. The mlueof C.[..~O fs computed akmt the aerodynmfo muter* for tmt 3M0.



WIND-TUNNELINVESTIGATIONOF WINGS WITH AILERONSAND EXTERNAL-AIRFOILFLAPS 571

.1/

.10

~ Lo .09 j)

: 36
:

...08 CT)
L u $

:
.32

$“07 ~
s

28> 0 ,@3”g.m 6

L
*

24 g 20
7:

0

24: U.os
L

qzo:~
~g) :

Zog+. w ~

4 0

9J6&o 16 ;.$.03 g

-&
12; 80

~~ <s

~=
12 QIa.02 c,.

$ 8+0 08 .01
;

%
0 4;120

<

04 0
g

$

$ 0$40

:

0
0

<
$-.I
g

k
o

-4.s -.2

&
%: %
v

-8Q
0-.3 4
0

-/2
~- ~

‘/6
-12

$
-8-404 8 12 f6 20 24 28 -.2 0 .2 .4 .6 .8 LO L2 [4 [6 L8 2.0

Angle of oifack a (degrees) LiftcoefficientC.

FIOUEE13.-The N. A.O.A. ?3011efrfoif wfth O.Mlc. N. A. O. A. Z301Zartmnal-afrfofS tlep. Flepangle+W. The ofrfoll fs the mme m m?d for kt 3240(llg. 10), eM
the trap mttfng. The vefue of C. ~.JJ,fswmpnti33 about tha aerodmmmfocenter @ fOrta ~o.

.1/

./0

~ .40 .09

{ .36 ~.08
L

:
.32 <-.07

c
28; O .286 $.06

24020
i

.24$ $.05

qzo:m
Qg

4
.20; .+.04

$/&50 .16 ;$.03
$

/2? 80
~;

.J2& 4472

$ ~:loo .08 .01

%.
o

0 4~120 .04 0
<u

~ ok140Tk
o J.,

;:_.2_4.~

$! 0

-8° :-3<.

-12
5-.4

2

-/6
’12 -8 -4 0 4 8 12 16 20 24 28 0 .2 .4 .6 .8 LO 12 1.4 L6 L8 2.0

Angle of attack,w (degrees) LiffcoefficientCL

FxounE 14.-The N. A. O. A. 2XU2ofrfofl wfth 0.30c. N. A. O. A. 23X2 axt.eml-afrfofl fip. Flap and% 41Y. The airfofl ISthe tie es II@ fOr@ @ (fk 10), =mPt
tha tlep aetdng. The yafue of C- GZJ ~Mcomputed about the aardynamfo eentm nmd for &t 3240.



.—-.

572 REPORT NO. 602-NATIONAL ADVISORY COMMITTEE FOR AERONAUTIC%

The data for the basic airfoil equipped with a 0.30 CW
externrd-airfoilflap of N. A. C. A. 23012 section appear
in figures 10 to 14. The variation of flap hinge-moment
coefficient with flap angle and angle of attack for each
flap is shown in fig-are15. It will be noted that the geo-
metric aspect ratios of the model with the 0.20 cmand
0.30 cmflaps were 5.0 and 4.61, respectively. For pur-
poses of comparison the data have been corrected in the
usual manner (reference 2) for jebboundary and plan-
form effects and are presented in the standard airfoil
plots for aspect ratios of 6 and infinity. Likewise,
the angles of attack shown for the flap hinge-moment
coefficient plots (fig. 15) refer to the conditions for a
wing of aspect ratio 6 in an irdinite jet.

coefficients is neglected, the plotted vahma are direotly
comparable with those obtained in previous Meral-
control investigations in the 7- by 10-foot tunnel. The
magnitude of the jekboundary correction of yawing
moment is normally small, and the present results may,
therefore, be roughly compared with data obtained in
previous investigations without correction. For ac-
curate comparison of yawing-moment data, however,
previous results should be corrected for the effect of the
jet boundariw on induced yawing moment by the
method given in the appendix.
- The data in the &urea have been selected from cross-
fairings against angle of attack in such a way aa to show
the lateral-control characteristics at anglea of attack
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(a)The N. A. 0.A.23U2afrfoflwith0.20c. extemolairfofl!@. (b) The N. A- O. A. 23N2 alrfoll with 0.30c. derneldrfoll tip.

FIGURE16.-VarlatIen of Ilap Mngmnoment cmffident wfth Eap defleetkm, at wweral angles of attaok.

The results of the second phase of the im-estimation
consist of rollingmoment, yawing-moment, and hinge-
moment coefficients, presented as functions of angular
deflection of the right aileron, the left aileron being held
neutral. The data for the basic model equipped with
the 0.20 c. e.sternal-airfoilflap and the 0.12 c. ailerons
appear in figures 16 to 19; those for the model with the
0.30 CU external-airfoil flap and 0.13 c. ailerons in
figures 20 to 23. For purposes of comparison the roll-
Lw- and yawingmoment coefficients have been cor-
rected for je&boumdary and aspect-ratio effects so that
the data as presented are representative of conditions
existing on a model of aspect ratio 6 in an iniinite jet.
The method employed in making the corrections is
explained in an appendix to this report. Since the
effect of jet boundaries on measured rolling-moment

corresponding to lift coe5cienta of 0.2, 0.7, 1.2, and 1.8
with the ailerons neutral. The variation of lift coeffi-
cient with aileron deflection at a given angle of attack
was neglected. The lift coefficients were selected as
representative of certain fhght conditions: high speed,
maximum rate of climb, steep climb and approach
glide, and flight immediately before landing and after
take-off.

The plots of yawing-moment coefficient against roll-
ing-moment coefficient may be regarded as amdogous
to polar curves of lift and drag. & indicated in the
appendix, the theoretical induced yawing-moment co-
efficients are shown in the figures. By this artifice
the figures are made to show the induced and profile
parts into which the measured yawing moment may be
divided.
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The data obtained in the third pl.mseof the inveati-
gution me given in f@res 24 to 31. The measured
values of lift and drag have been reduced to the form of
the lift rmd drag increments that result from a given
deflection of the aileron under test. The lift incre-
ment produced by a deflectad aileron on an airplane
wing ia the direct source of the rolling moment obtained;
the drag increment likewise produces a corresponding
ymving moment. Thus, under comparable conditions
of wiug lift coefficient and flap setting, the rolling and
yawing moments that one of the ailerons under test
would produce on an airplane wing are directly pro-
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portiomd to the measured lift and drag increments.
The factor of proportionrdity varies with wing plan
form but, for a given plan form, the factor remains
constant regardless of aileron deflection. The curves
of lift increment against aileron deflection and drag
increment against lift increment are therefore analo-
gous in form to the rolling- and yawing-moment data
previously presented. Absolute valuea of hinge mo-
ment as a function of aileron deflection are also given—
these values are directly comparable with the data ob-
tained for the standard model.
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The data for the wide-chord model with the flap and
each of the first three ailerons tested (that is, the plain
aileron, the balanced aileron, and the II’rise aileron)
have been cross-faired to obtain the values of the vari-
ables at the same values of lift coefficient that were used
for the previous figuresand areplotted in figures24to 27.
Similar data for the model with the same three ailerons
but without the flap are shown in-M 28 and 29.

?Sfolift and drag measurements were made of the
model with the tabbed aileron because it could be
assumed that the aileron lift and drag increments d
small constant tab deflections were the same as those
for the ordinary aileron without a tab. Expedience
coincides with flap theory in justifying this assumption
for the unstaUed lift range although it cannot be ex-
pected to hold at lift coefficients very near the stall.
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An unconventional method, subsequently explained,
of using the tab to obtain aileron balance dictated the
method adopted for presenting the data for the model
with the tabbed aileron. In figure 30 the variation of
aileron hing~moment eoticient with aileron deflection
is shown for n series of tab deflections at severnl condi-
tions of nngle of attack and flap angle. Nigge 31 has
been replotted from the data of figure 30 to show the
variation of aileron floating rmgle with tab angle, the
data for the model both with nnd without the flap b&ng
included. A drag test made at an nir speed of 80 miles
per hour with the aileron neutrnl, the flap both removed
nnd set at the high-speed angle, and the model set at
0° rmgleof attack indicated that very small drag incre-
ments would result from a 20° deflection of the tab.
The maximum increment of seotion profile-drag coeffi-
cient obtained was 0.0002, which lies within the limits
of accuracy of the test.

DISCUSSION

As previously noted, the present investigation in one
of its phnses extended the investigation of the N. A.
C!.A. 23012 airfoil equipped with the N. A. C. A. 23012
externnl-airfoil flaps (reference 4) to include a flap

Oap.

am.

having a 0.30 cmchord. The methods used in selecting
a desirable location of the flap-hinge axis and in obtnin-
ing and presenting the results directly paralleled those
described in reference 4. Further, the data considered
most signitlcant for the airfoil with the 0.20 c= flap
have been transferred directly into this report for
purposes of unity and completeness.

The discussion in reference 4 sets forth certain
advantages of the external-airfoil type of wing-flap
combination, principally in connection with its ability
to produce high lift coefficients with relatively small
increasesof proiikdrag coefficient. Figure 32 indicates
the relative value of the 0.20 CWand 0.30 CWflops in
producing this effect. The curves are %rwe]ope

polars,” obtained by fairing an envelope mound the
polar curves for various settings of the flap. The
envelope polars thus show the minimum section profile-
d= ~eficient that ~n be obtained at my lift coeffi-
cient of which the wing-flap combination is capable.
The gmph demonstrates that the characteristics of the
0.30 cmflap arrangement are at least as good as those of
the 0.20 cmflap arr~mement nnd may be slightly better
in certain particular other thnn the maximum lift
coefficient, in which the 0.30 C*flap is deilnitely superior.
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The better rounding of the polar for the 0.30 cmflap,
which gives it a slightly lower drag in the lift range
normally used in take-off and simultaneously would
permit a steeper gliding angle to be obtained at lift
coefficients near the maximum, is believed to result
from the different positioning of the hinge relative to the
flap. The use of a hinge location for the 0.20 CMflap
similar to that for the 0.30 c=might give a polar of more
nearly similar shape. The effect on the maximum lift
and minimum drag coefficients should not be adverse.
No direct experimental evidenca on this point was
obtained, but comparison of the contour charts when
they were used for selection of the hinge axis of the
0.30 cmflap indicated the potability.

It maybe inferred from the observed variation of lift
coefficient with flap angle and angle of attack that an
airfoil and an external-airfoil flap act mutually to
suppress the tendency of the flow to sepamte from their
upper surfaces and thus delay stalling until a high lift
coefficient is reached. An important phase of this
action lies in the effect of the slot in producing a con-
siderably higher speed of flow past the trailing edge of
the airfoil than would exist with the flap absent. It
therefore appeam that ailerons placed on the trailing
edge of cm airfoil equipped with an external-airfoil
flap are located in an especkdly effective position as
compared with those located on a plain &irfoil. On an
ordinary airfoil it is known that the flow passes the
trailing edge with little more than the free-stream
velocity; in addition, the aileron may tier from repara-
tion at angles somewhat below the stall. Under com-
parable conditions with the flap in action, it is apparent
that the flow past the aileron has been accelerated and
that the tendency to separation in this region has been
suppressed. It therefore appeam that such an aileron
is in an excellent location for producing relatively hxge
rolling-moment coefficients when the combination is
developing rLhigh lift coefficient. Reference to the
flap-load data of reference 4 further shows @at the
flap cmriee very small forces when it is set for high
speed: As CLfirst appro.xinmtion with the flap thus set
the main airfoil may be considered an independent
airfoil without appendages. It can then be inferred
that deflection of the flap from the high-speed to the
maximum-lift angle should cause a progressive increase
in the effectiveness of the ailerons.

The foregoing considerations serve to clarify in part
the variation of rolling-moment coefficient with flap
deflection shown in figures 16 to 23. It is evident that
as the flap is deflected the ailerons do gain considerably
in effectiveness at a given lift coefficient of the wing-flap
combination. The data reveal an additional simuka-
neous effect that serves further to improve the aileron
effectiveness. As the aileron is deflected upward it
bends the flow upward and reduces the lift. At the
same time the size of the slot is considerably increased
nnd the flow, tending I%follow the lower surface of the

aileron, encounters the flap at an increased angle of
attack. At a certain point in the aileron travel the
slot effectiveness has been reduced and the angle of
attack of the flap sticiently increased to cause the
flap to stall, resulthugin a further reduction in lift and
increase in drag.

Inspection of figures 16 to 23 shows that this eilect
occurs at smaller aileron deflections as the flap ap-
proaches the maximum-lift angle, where the slot size is
most critic&1. In figure 17, for example, the shmp rise
in the rolliqg-moment curve, which is associated with
the stalling of the flap, occurs at an aileron deflection
of about 12° up when the flap is down 10°, at 5° up
when the flap is down 20°, and so on. It is evident
that this effect, which further increases the rolling
moment and also reduces the adverse yawing moment,
likewise comes into action progressively as the flap is
deflected from the hQh-speed to the high-lift condition.
When the flap has passed the maximum lift angle (see
fig. 17, 3,=550), the sudden increase of rolling moment

Liftcoeffibien~~

FIQUEE32-EnvaIoB polam for IV. A. 0. A. Z301Zalrfofl with 0.2fJc- and OXIc.
extermddrfon @K Efltike Reynolds NImIbw, nppmxinmtdy I,IIWCJI.

fails to appear because the flap is already stalled with
the aileron neutral.

In connection with the effect of the staling of the
flap, it is noteworthy that the total lift of the flap is
not lost, a low pressure is still maintained over the flap
upper surface, and its effect in suppressing separation
from the main airfoil is still active. Figure 14 shows
the effect of deflecting the flap beyond its angle for
mmimum lift (6f=400 for the 0.30 CUflap), in which case
the flap stalled at a low angle of attack of the com-
bination. Here the maximum lift coefficient vm.s
reduced approximately 0.3 by the stalling of the flap.
As the m~um increase of C.ma= protlucad by the
flap in this case is 0.9, it is clear that about two-thirds
of the flap effect remains after the flap has stalled. At
still larger deflections the slot is completely ineffective,
and it can be seen that the external-airfoil flap is then
equivalent to a split or Zap flap with a small gap
between it and the wing.
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Thus far the discussion has tended to bring out con-
siderations favorable to combinations of airfoils, ex-
ternal-airfoil flaps, and ailerons. Certain undesirable
consequences of the forego~~ considerations must also
be recognized. It has been pointed out that ailerons
of a given size on a W@ with external-airfoil flaps can
produce more rolling moment than normal ailerons of
the same size on a plain wing. For application to
airpkme desigg it might be concluded that satisfactory
control could be obtained with smaller ailerons by
using them in combination with an external-airfoil
flap. Such a conclusion is motied, however, by
another important factor: The data (figs. 16 and 17)
show that the effect of the flap is not active near the
stdl.ing lift coefficient with the flap at the high-speed
angle; thus, ailerons of reduced area would be rela-
tively weak in this condition.

The location of the aileron in relatively high-speed
flow clearly must lead to increases of hinge moment as
well as of rolling moment. Comparison of the lift
increment per unit hinge moment of the present
ailerons (fig. 24) with that for ordinary ailerons (fig.
28) indicates that with the flap in the high-speed setting
the present ailerons are inferior. Since a large part of
airplane operation would involve use of the ailerons
with the flap at the l@h-speed setting, it seems desira-
ble that the hinge moments of these ailerons be reduced
to values comparable with those of ordinary ailerous
for a given rolling moment. These considerations,
which were fit apparent when the tests of the stand-
ard model were compared with genendly known char-
acteristics of ordinary ailerons, led directly to the tests
of the various balanced ailerons on the wide-chord
model.

A study of some unpublished pressure-distribution
datn for airfoils titb external-airfoil flaps suggested
that a balance extending ahead of the aileron nose
might serve to reduce the aileron hinge moments.
Such a balance normally adds an appreciable amount
of drag, but the provision of “curtains” covering most
of the gap should eliminate the drag increment rmdstill
permit the preskuresto act on the balance area. The
arrangement finally selected, designated the %alanced
aileron” in fi=me 3, was provided with such a balance
and could be deflectid between a 40° up and 15° down
rmgle without encountering the curtains. Ordinary
and Frise ailerons were included to provide a direct
comparison with the tests on the standard model and
with the action of a balance now in general use.

A slight reduction of hinge moment per unit deflection
was obtainet from the balanced aileron, but the lift
increment per unit deflection likewise decreased from
that obtained with the ordinmy aileron, resulting in
no actual improvement. The loss of lift increment
suggests that there was more leakage between the bsl-
ance nose.and the airfoil than existed in the case of the
plain aileron. This loss might be regained by the use

of some system for seahng the clefmmce and some
advantages thereby obtained. The present reaulta,
however, suggest that this form of balance does not
merit general application at the present time though
further development might render it very useful for
wings either with or without extermd-airfoil flaps,

The data obtained for the Frise aileron clearly illus-
trate its action. & the aileron is deflected upward the
nose drops into the flow below the wing, and the
aileron “digs in,” giving a mild degree of overbalance.
As the nose becomes well extended, the upper surface
of the aileron is vented to the lower; the resulting flow
between the lower and upper surfaces markedly
reduced the effectiveness of the ailerons. Simultane-
ously, the drag is increased by the disturbance to the
flow, which would produce a favorable yawing moment
such as has generilly been observed in the use of F&e
ailerons. b spite of the favorable effect on yawing
moment, the Frise ailerons do not appear to be of
appreciable interest in the present connection on account
of their effect in reducing the maximum mailable
rolling moment smd in having a tendency to over-
balance in the initial stages of deflection.

Another method of reducing stick forces involves the
use of a differential linkage for aileron operation. (See ‘
references 2 and 8.) The differential linkage interaots
with any tendency of the ailerons to float up from
neutral to produce a reduction in the stability of the
complete aileron system. In the tests reported in
reference 2 certain cases were found where the stability
became negative, i. e., the system vm.sactually over-
balanced. In this case the action is readily visualized:
The downgoing aileron reaches its maximum travel,
with the drive crank at dead center, before the upgoing
aileron has reached its natural upfloating angle. Thus,
the upgoing aileron is trying to deflect itself still farther
when the downgoing aileron can no longer exert a
restoring moment; the aerodynamic forces thus tend
to moye the stick away from its neutral position.
When the upfloating angle of the ailerons is lmown, a
differential can be selected that will interact with the
upfloating tendency to produce a lesser reduction of
stability than that preciously described. The stiok
forces are thus reduced without producing overbdrmce
by a proper coordination of the differential linkage
with the aileron floating angle and the slope of the
curve of hinge moment with deflection.

Jones and Nerken (reference 8) have investigated
the properties of differential linkages and give fonmdas
and charts for the proper coordination of the important
factors. They have further suggested, in the case of
ailerons having a large variation of floating angle with
angle of attack, the use of a tab mounted on each
aileron to bias the aileron floating angle to a desirable
value. k the case of the present type of aileron, this
suggestion appears to be especially useful, since other
considerations militate against complete freedom of
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the designer in selecting a differential linkage suited
purely to the aileron characteristics. As the floating
rmgle of these ailerons varies with angle of attack and
flap angle, it would be desirable to have the differential
vary accordingly. This arrangement would not be
feasible, and the tab is therefore used to provide the
desired floating angle and thus avoid the necessity for
a varying differentird. The desirabdity of preventing
the trailing edge of the downgoing aileron from passing
the leading edge of the flap indicates a linkage that
would reach dead cmtar at a small downward aileron
deflection. This result, in turn, indicates that the
upgoing aileron deflection will not be large when the
downgoing aileron reaches dead center and that large
upfloating angles (over 200, for example) will tend to
produce overbalance.

It is evident from the data for the standard model
(figs. 16 to 24) and from the foregoing discussion that
the ailerons operated by a differential linkage (which
apparently is vital to their successful application)
would be nbnomudly heavy in high-speed il.ight and
might become overbahmced in low-speed flight with the
flap down. The data of figure 31 show, however, that
throughout the normal-flight range the size of tab
tested is capable of bringing the aileron upfloating angle
within the desired range (15° h 200).

It should be noted that in this application both tabs
are deflected the same amount in the same direction
and the tab deflection (with respect to the aileron chord
line) remains constant for a given setting of the flap
regardless of aileron deflection. It is apparent that
this is a highly unconventional application of a tab-
tbe tab merely serves to bias the aileron floating angle
and is not used to produce a moment about the aileron
hinge opposing the aileron hinge moment, which is the
normal use of tabs. The method presented in refer-
ence 8, together with the data of figure 31, provides a
means of designing a lateral-control system having low
stick forces and using the ailerons with the external-
airfoil flap in the high<peed and high-lift settings.

In the intermediate range of flap settings (for which
hinge moments were measured only on the tabbed
aileron) an additional difficulty in connection with the
use of the present ailerons became apparent. The
data for the tabbed aileron with the flap deflected 10°
(fig. 30 (c)) show that “hysteresis” appears in the
variation of aileron hinge moment with deflection.
This effect is attributed to the phenomenon of flap
stalling: & the aileron moves away from the flap, the
flow leaves the flap upper surface, relie~ the aileron
hinge moment and then, as the aileron returns, the flow
is restored at a diiTerent deflection, producing the
observed hysteresis. The appearance of the phenome-
non with the tab neutral indicates that it would appear
equally on an untabbed aileron although no tests were
made of the untabbed aileronswith the flap in the inter-
mediate angle range. The data in figure 30 (c) for the
tab 0°, flap 10° down, indicate the range in which the
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hysteresis appems to be near 15° up aileron deflection,
corresponding approximately to the aileron deflection
at which the sharp rise of rolling moment took place
(see &g. 18 (a), 6f=100) in the tests of the standard
model. It is anticipated that this discontinuous action,
which might affect the rolling moment as well as the
stick force, would be very disconcerting to a pilot.
Although no farther investigation was undertaken at
the time, it is possible that scale effects and the use of
a gradurdly stalling airfoil section for the flap might
tend to smooth out the discontinuity.

Certain immediate possibilities of overcoming -the
difficulty may deseme mention. Use of the flap in
only the high-speed and maximum-lift settings with
a rapid change between them should permit the pilot
to avoid the range in which the hysteresis appeam.
On very large airplanes in which the ailerons might be
power-driven and no aileron “feel” would reach the
pilot’s control, the aileron deflection would be sus-
wptible of accurate control without reference to the
stick forces. b this case, the hysteresis should not be
an appreciable disadvsdage. This consideration also
suggests the use of an irreversible operating mechanism
for smaller airplanes, in which case the hysteresis n@ht
be noticeable but should not tend to produce disconcert-
ing movements of the airplane. Such an arrangement
should alsotend to suppressaileronfluttar, sometendency
to which was noticed in the testswhen the aileron hailing
edge closely approached the flap leading edge.

CONCLUDING BEMARKS

The data obtained in the present investigation indi-
cate the following generalizations. & N. A. C. A.
23012 airfoil equipped with a 0.30 CUN. A. C. A. 23012
external-airfoil flap, like the similar combination with
a 0.20 CWflap, gave characteristics favorable to speed
range, to low power requirements in flight at high lift
coefficients, and to low flap-operatiqg moments. The
aerodynamic qualitiea of the combination make it
especially suitable for the application of ailerons
mounted on the trailing edge of the main airfoil,
providing a means of lateral control consistent with
the use of full-span external-airfoil flaps. This possibil-
ity gives the external-airfoil flap an advantage in
speed-range capabilities over such flaps as the ordinary
and simple split types, which, when used with ordinary
ailerons, sacrifice part of their span for the provision
of lateral control.

The results from the narrow-chord long-span ailerons
here investigated indicated large rolling-moment co-
efficients at lift coefficients corresponding to flight
conditions ranging from high speed to minimum speed.
The adveme yawing moments tended to be somewhat
less than those of ordinary ailerons giving the same
rolling moment. In general, they aggee with hhnk’s
formula for induced yawing moment at low values of
the rolling moment; as the rolling moment is increased,
they tend to become more favorable.
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Three defite d.ifEculties to be anticipated in the
application of the combination of aileronswith external-
airfoil flaps are indicated. Firstj the ailerons axe
relatively weak in producing rolling moment when the
wing is near the stalling angle of attack with the flap
in the &oh*peed setting. Second, the variation of
aileron hinge moment with angle of attack and flap
setting is such as to cause relatively large stick forces
in the high-speed range and to cause overbalance near
the stall with the flap in the high-lift setting. Third,
a discontinuity of hinge moment, sad possibly of
rolling moment, occurs as the ailerons are deflected
with the flap in the intermediate-angle range. The
investigation indicated that nose balances and Frise
balances were ineffective in reducing the stick forces
required for a given control effectiveness in the high-.

speed condition. The use of a tab to bias the aileron
floating angle together with a di.tlerentialaileron motion
provides a means of obtaining reduced stick forces in
the high-speed condition and of avoiding overbalance
in the high-~t condition. Further research and
application to experimental designs should serve to
determine the importance of the anticipated difficulties
in aotual use and should establish more clearly the
merit of the combination of ailerons and external-airfoil
flaps for airplanedmign application.

L~GLEY MEMORIAL AERO~AUTICAL LABORATORY,

NATIONAL ADVISORY COIJAWIWEE FOR AERONAUTICS,

LANGLEY RELD, VA., March 12, 1937.



APPENDIX

EFFECT OF JET BOUNDARIES AND ASPECT RATIO ON
MEASURED ROLLING- AND YAWING-MOMENT CO-
EFFICIENTS

A previously noted in the text, the use of standard
airfoils for teats of airfoils with extermd-airfoil flaps
in the 7- by 10-foot tunnel led to the use of geometric
nspect ratios of 5.0 and 4.61 for the combinations tested
in the present investigation. Although main airfoils
of larger aspect ratio could have been constructed,
considerations of model deflection, comparison of plain-
airfoil test data, and economy dictated the method
adopted. It was recognized, however, that the varia-
tion of lift-curve slope and of induced drag -ivithaspect
ratio would result in measured rolling- and yawing-
moment coefficients not directly comparable with data
from tests of airfoils of aspect rntio 6. Corrections
based on present Imowledge of induced-flow phenomena
wem therefore devised to permit such compsxisons.

CORRE~ONOFROLLING-MOMENTCOEFFICIENT

Pomson (reference 9) has carried out a generrd
solution of the lift distribution for wings with ailerons,
from which he obtained an equation for the rolling
moment

L=2@’(k6)F,

where q is the dynamic pressure.
b, the wing span.
+ the aileron deflection.

and F2,a factor (presented in chart form) depending
on plan form, aspect ratio, and ratio of total
aileron span to total wing span.

Tho factor k is n section characteristic for an airfoil
with a flap or aileron and is equal to the change of
angle of attack equivalent to a given nileron deflection
divided by the given aileron deflection. Thk value
may also be expressed M the ratio of the section lift-

/
curve slopes ~ $$ (The lower-case lettas repre-

sent airfoil section characteristics; thus cl is the section
lift coefficient, Cz the wing lift coefficient, and Cl the
wing rolling-moment coefficient.) The equation thus
represents the total rolling moment as the rolling
moment to be expected from the change of airfoil sec-
tion when the aileron is deflected, reduced by a factor
to allow for the induced rolling moment resulting horn
wing plan-form effect.

Computing the rolling-moment coefficient from Pear-
son’s formula, the equation

c,=2A(k6)F,

is obtained, where A is the aspect ratio. By the yse of
this relat;on and the designation of the values appro-

priate to two ditTerent aspect ratios as subscript A,
and subscript AZ, it is possible to obtain a factor for
the rolling-moment coeilicient measured for a wing of
A=AI to express the rolling-moment coefficient for a
wing of A=AP under otherwise identical conditions,
as.follows:

But it has been pointed out that k depends only on
the airfoil section characteristics and therefore does not
change with A. Thus, at a given value of aileron
deflection

(W~,= (k~)~,
and ,

“A,F,~2
C1A2=L%.,x~

1 2A1

.
Factors for the particular values of A in question

were crikulated from the formula using vahms of F~
obtained from the reference and cross-plotted against
A. The fial correction formulas used were as follows:
for the airfoil with the 0.20 cmflap and 0.12 cmailerons

C,A=,=L08 C,m

and for the airfoil with the 0.30 cmflap and 0.13 cm
nihmons

C,A=,=L12 C,m

The subscript m signifies the value measured in the
wind tunnel.

The error produced by the jet boundaries in the
measured rolling-moment coefficient has been estimated
from the formula of reference 10; it amounts to less
than 1 percent of the measured coefficient nnd is con-
servative for prediction of flight rolling moments.
This correction is consequently considered negligible.

CORRECTION OF YAWING-MOMENT COEFFICIENT

tiluti (reference 11) expressed the induced yawing-
moment coefficient of a wing with aileronshaving equal
up-and-down deflections w

3CI’ c=
en,=–~x

(It should be notod that there is a disagreement of sign
with the original published formula; the sign has becm
changed to agree viith the standard N. A. C. A. sign
convention for moments.) This formula may be used
to compuh the change of C.i resulting from a given
change of aspect ratio; this computation is directly

5a3



584 REPORT NO. 603-NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

analogous to the well-lmown one for the change of
induced drag coefficient with aspect ratio.

The jet-boundary effect on the induced yawing-
moment coefficient resultsfrom the change in local wind
direction (a,O the standard angle-of-attack correction)
with respect to the model resulting from the limited
extent of the air stream. Through this effect the
rolling-moment vector is rotated through the angle
aiv resulting in a component in the yawing-moment
direction

C.i,=a,,XC,

The jet-boundary correction factor for the 7- by 10-

foot tunnel is equal to 0.165 in the formula a,,=3 “%’”
(See reference 2.)

The total induced yawing-moment coefficient of a
model in the 7- by 10-foot tunnel may then be ex-
pressed as

On,=-[~XCL]-~.16#X~.XCL]

or

cn*=–
( ?

Clm~CL &+ O.165~

The profile yawing-moment coefficient is then

For A=6

cm,= ‘C,A.~XCLX;=

but
C,A.6= /3c,m

where

the rolling-moment coefficient correction
viously developed. Thus for A= 6

c‘fd=d‘–Clm~CL~~

and since
cXA.B=c*O+c.iAme

factor pre-

Crid-o
( )

‘Cnm~CtmXCL 0.l@+&-~

Inserting appropriate values the following correction
formulas were derived. For the airfoil with the 0,20
cmflap and 0.12 CMailerons

cn*_6=c~+0.0309xc,~xcL

For the airfoil with the 0.30 cmflap and 0.13 cmailerons

.A=,=C%+0.0418XCkXCLc

k conclusion it should be noted that the foregoing
corrections, which have been npplied to cdl the rolling-
and yarning-moment coefficients presented in thisreport,
include the standazd assumptions of induced flow and
jebboundary correction theory. They should therefore
be regarded as fit approximations rather than aa
rigorous expressions of the corrections that should be
applied.
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